Above reproach by Wit, Andrew John
Above Reproach:
Andrew John Wit
B.S. in Architecture
University of Texas at San Antonio, 2005
Submitted to the Department of Architecture in Partial Fulfillment of the Requirements for the Degree of Master of Architecture at 
the Massachusetts Institute of Technology.
February 2009
© 2009  Andrew John Wit.  All rights reserved.
The author hereby grants to MIT permission to reproduce and to distribute publicly paper and electronic copies of this thesis docu-
ment in whole or part in any medium now known or hereafter created.  
Signature of Author:.................................................................................................................................................................
Andrew John Wit
Department of Architecture
January 15, 2009
Certified by:.............................................................................................................................................................................
Alexander D’Hooghe
Associate Professor of Architecture and Urbanism
Thesis Supervisor
Accepted by:...........................................................................................................................................................................
Julian Beinart
Professor of Architecture
Chair, Department Committee on Graduate Studies
2 3
Thesis Committee:
Alexander D’Hooghe
Associate Professor of Architecture and Urbanism
Thesis Supervisor
Yung Ho Chang
Professor of Architecture/Department Head
Thesis Reader
Nader Tehrani
Associate Professor of Architecture
Thesis Reader
ABOVE REPROACH:
Andrew John Wit
Submitted to the Department of Architecture on January 15, 2009 
in Partial Fulfillment of the Requirements for the Degree of Master of 
Architecture at the Massachusetts Institute of Technology.
_ABSTRACT
 As global populations continue toward higher lev-
els of urban densification, sprawl has caused the United 
States to reach an un-sustainability low level of population 
density. The past six decades of sub-urbanization have left 
many city centers underpopulated and heavily trafficked as 
workers no longer live within the cities center themselves. 
Feeding off the growing vehicular demand; pollution, traf-
fic, and wasted resources have become growing problems 
created by these larger commuting distances.
 By utilizing architecture and urbanism this thesis will 
attempt to reintroduce urban density to the United States. 
But no longer through traditional means of urban densifi-
cation. Examining the problem within different realms of 
scale: the nation as a whole, specific urbanities, as well as 
at the scale of architecture, above reproach aims not to 
aid in the redensification of existing urban areas. Rather, 
it attempts to reutilize suburban roadway infrastructure in 
a way which helps to create to new areas of poly centric 
density within American suburbia.
Thesis Supervisor:  Alexander D’Hooghe
Title:  Associate Professor of Architecture and Urbanism
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global densifacation upout
urban densifacation
_GLOBAL DENSIFACATION
 The past sixty years have shown a growing trend 
in urban densifacation.  In the year 1950 less then 30 per-
cent of the worlds population was considered to be urban 
(The U.N. considers a centralized area with a population 
of over 20.000 to be “urban”).  Growing migratory pat-
terns as well as increasing birth rates have recently caused 
for the percentage of urban dwellers to finally surpass 50 
(predicted to surpass 60% by the year 2025).  As global 
populations continue to consolidate into denser and denser 
urban centers why do the urban centers within the United 
States seem to become ever more sparsely populated?  
 High levels of density tend to be associated with 
limited amounts of usable landmass, in situations such as 
central Hong Kong or Singapore.  The vast amounts of 
usable land within the United States seems to be counter 
to this trend.  Is large scale density within the U.S. un-
feasible until there is a large growth of population?  Is it 
possible that other issues such as traffic, pollution, econom-
ics,  or the creation of sustainable communities could begin 
to influence the creation of denser living conditions within 
American suburbia?
(Point densifacation)
 Typical with American Urbanization is its tenden-
cy to center around the creation of densely concentrat-
ed nodes.  But because of the countries vast amounts of 
available land these nodes have developed all over the 
countries landscape.  Previously these nodes were densely 
occupied.  Surrounded by rural populations which slowly 
moved inward towards the urban centers.  However the 
expanding interstate highway system which connects these 
urbanized nodes together has also fostered the creation 
of American Suburbia.  The once densely populated urban centers 
have been stripped of their populations as people continue to sprawl 
further out into the American countryside.  
 The notion of creating more singular points of density within 
the vastness of America seems unfeasible because of existing sprawl 
conditions, and lack of high speed infrastructure connecting the 
points.  Rather would the creation of a system of linear density be a 
more feasible solution.  A system which situates itself within existing 
suburban condition, feeding off of the low density suburban areas 
and converting them into higher density areas of linear density. 
(Limits of point densifacation)
 Centralization of population, goods, services, and resources 
allows for the consolidation of vehicular movement as well as the 
creation of a fixed transit infrastructure.  Shorter travel distances and 
easy access to public transit eliminate many of the issues which are 
brought about by suburbia.  But consolidation of the population also 
creates a tremendous need for materials, resources, food, and city 
maintenance infrastructure to accommodate the cities enormous num-
bers of inhabitants.  Is it possible for nodal density reach a point 
where it is no longer feasible with in the context of American sub-
urbia?  If the typology of density changes form the occupation of 
singular nodes to a more linear typology, could it allow for greater 
concentrations of urbanized density?  This thesis attempts to utilize the 
typology of linear densifacation as a means of rebuilding American 
Suburbia.
Right _ Diagram: Central Hong Kong continues to grow further upwards, creating 
higher levels of density as well as new living typologies.
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_THE AMERICAN CONDITION
 The United States is ranked as the 44th most urban-
ized nation in the world by the CIA’s biyearly World Fact-
book as of 2006 (out of 204 countries).  The CIA Factbook 
also considers 77 percent of the United States to be Ur-
banized.  But is this number deceiving?  The United States 
definition of an urbanized area also considers the cities 
outlying areas and suburbs  urban as well (as long as its 
population remains above 20,000 inhabitants).  With this 
redefined definition of “urban”, this thesis questions; what 
percentage of the United States is actually located within 
the context of the city?  And if most of American urbaniza-
tion is actually sub urbanization, what would be the best 
means of creating density within these sprawling suburbs?
 Now with the line of Urbanization blurred, is it pos-
sible to distinguish between what are the urban and sub-
urban areas within the United States?  If so what are the 
elements which begin to define what is urban?  Are there 
elements from both the urban and suburban areas which 
can come together to form a better system then what is 
andrew john wit
suburban
sprawl
suburban sprawling
Right _ Image 1:  Levittown, the beginnings of American Suburbia.
Left_ Diagram:  Roadway system feeding suburbia.
highway feeds suburbia
currently being seen within the American suburban context?
(America and the automobile)
 Over the past 100 years the automobile has redefined transpor-
tation and transportation infrastructure throughout the United States. 
Americans have become completely dependent on the automobile as 
their sole means of transportation.  As we continue to sprawl further 
and further into suburbia, the need for individual modes of transpor-
tation continue to increase.  Can  the creation of density within subur-
bia begin to eliminate this American dependency on the auto? 
 The automobile has solidified what we will refer to as the 
American urban condition.  Cities which were once dependent on pe-
destrian and rail infrastructure to fuel industry and daily life have now 
been replaced by the dependency on the automobile, which creates 
the need to sprawl ever and ever farther from the center.  Sprawl has 
created the need for inter-urban vehicular infrastructure which creates 
urban walls gauging holes through the centers of existing cities.  They 
also begin to form expansive baron unoccupied wastelands which 
spread for miles as they penetrate deep into suburbia.  
 Unfortunately these roadways no longer function as efficiently 
as the had in the past.  Ever expanding suburban sprawl has created 
greater travel distances for performing everyday tasks.  Roadways 
continue to grow wider and wider, this helps feed the ever growing 
volumes of traffic.  When expansion fails to work the construction of 
new roadways continue to appear.  Stuck with very few public transit 
options if any, people are forced to commute via individual vehicles. 
These large masses of automobiles have created many problems in-
cluding traffic, pollution, noise, and much unusable land.  
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_REVERSING SUBURBIA
 How can architecture become a means of reversing the pull 
of American suburbia?  The growth of the American highway system 
over the past half century has spurred the creation of suburbia as it 
stands today.  The ever expanding roadways continue to create new 
and easier access to vaster spaces within the cities outlying areas. 
As the roadway infrastructure continues to grow, it continues to feed 
the ever growing flow of people out into suburbia.  Hence spreading 
the problem of American suburban sprawl.  This thesis attempts to 
reverse this pull towards suburbia by creating an architecture which 
feeds off of suburbia.  Retooling low density areas attempting to cre-
ate high levels of density within these existing suburban areas.
 With the prominence of this trend over the past half century, 
would it possible to reverse this in a short amount of time?  And would 
the reversal of this require a large amount of change to the existing 
infrastructure, as well as the surrounding communities?  This thesis at-
tempts to create a system of implementation which could be inserted 
with a relatively small amount initial change.  Gradually expanding 
its context over time.  Thus allowing for the materialization of the sur-
rounding areas in more site specific ways.
  Reversing the trend of American suburbia would take more 
Left _ Diagram:  Illustrates creation of suburban nodes along a road-
way infrastructure as a means of creating a suburban draw.
then the insertion of a singular architectural element.  The 
solution must be thought of in terms which encompasses 
the entirety of the suburban scale as well.  The existing 
problems of vehicular saturation must be countered with 
new methods of mass transportation, hopefully forcing the 
project to modify the sites existing infrastructure as well.  
 Utilization of existing rail systems and their expan-
sion, is important to the success of the reversal.  Expand-
ing perpendicular rail lines will help with the penetration 
of the system into suburbia.  The rail line itself can also act 
as a means of densifacation.  Allowing for density to build 
up around these new rail insertions as they move out from 
the initial insertion.  These infrastructural change in the end 
must tie back to the initial architectural insertion, to help 
feed the initial insertion of density.  
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B1 _ HISTORICAL
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_INFRASTRUCTURAL  TYPOLOGIES
 Can infrastructure be utilized for the creation of a 
thriving public environment and programs set within an 
environment which is normally vacant of architecture?
(Current infrastructural typologies)
 The following diagrams represent a taxonomy of 
typical vehicular infrastructural conditions within the Unit-
ed States.  The taxonomy investigates the relationships 
created between existing infrastructural conditions, their 
surrounding contexts as well as different spaces which are 
created by their adjacencies.  The typologies range from 
the typical roadways, to tunnels and bridges, as well as 
hybrid combinations between different typologies.  Each 
of these different conditions lends themselves to a differ-
ent set of architectural outcomes.  Permeability, visibility, 
and maneuverability are all different elements in which the 
infrastructure has the ability to dictate.  
(Infrastructural impact)
 Throughout the past century U.S. cities have expe-
rienced both times of heavy economic / population growth 
as well as times of economic stagnation which have lead 
to the creation of tears within the “fabric” of the urban / 
suburban condition.  The reminiscence of these times of 
economic stagnation are seen as large urban gashes (re-
cessed vehicular highways) created by the cities need to 
bring new economic wealth and population back into the 
inner city. These tears once occupied with heavy industry 
were a vital part of the urban fabric, fueling the surround-
ing areas with jobs and new technological innovations, but 
have now become areas of zero density with low levels of Left _ Diagrams:  Three typical typologies of current air rights construc-tion which can be fo nd withi  potential sites.
connectivity with their surroundings. These voids within the cities ar-
chitectural “fabric” have now become inhabited purely by vehicular 
infrastructure.  The only reason for the construction of this infrastruc-
ture was to move the large masses of automobile traffic through the 
city.  
 Over time industry was pushed out and the voids continued to 
expand creating the cities surrounding suburbs, as well as the expan-
sion of the void itself which became an architectural “no-mans lands.” 
Seen by developers as to expensive (with prices ranging from $150 to 
over $400 a square foot for the decking structure alone), noisy, dirty, 
polluted, and disconnected from their surroundings to build upon, the 
problem is then often handed off the city government.  
 Finding solutions for air rights space is a time consuming and 
controversial process with the surrounding neighborhoods, so the city 
government normally answers with two potential solutions:  The cover 
all solution of the “urban park”, and the “parceling off” and selling 
of plots to individual developers.  These solutions both in the end 
instill very different conditions upon the surrounding landscape, but 
in the end both fail.  These solutions solely deal with the level of the 
street, and fail to acknowledge the infrastructure and any potential it 
may have.  They also become very introverted projects, only looking 
upon themselves and very separated from their surroundings either 
because of the tight conditions in which they built upon, or because 
of their new relationship with infrastructure.  This thesis asks, is it pos-
sible for architecture and infrastructure to come together in a way 
which creates linkages, or stitches between the two sides of the road-
way rather then enhancing the separation between?
(Roadway Design Standards)
 Having an understanding of how roadway infrastructure works 
is as, if not more important as the typology studies.  To successfully 
construct a building which utilizes roadway infrastructure as a main 
element, a set of rules must be constructed to help facilitate the inter-
action between architecture and infrastructure.  The latter 
diagrams describe the basic elements of roadway design, 
as well as several negative elements which come along 
with them. 
_EXISTING AIR RIGHTS TYPOLOGIES
 Existing proposals for the development of vehicular 
corridors seeming always have similar ambitions.  The first 
is the decking over the entire corridor.  This tactic takes the 
form of the mega-park stretching in long strips for miles 
over the entirety of the corridor.  This tactic fails in that the 
area becomes too vast and open to be occupied comfort-
ably by the surrounding neighborhoods.  
 The second tactic is the fragmentation of the linear 
space and the selling of it to individual developers.  This 
tactic causes for the disconnectedness of the surrounding 
landscape, which causes for the lack of communication 
between adjacent projects and their surrounding context. 
These breaks make it difficult for programs of adjacent 
spaces to become continuous within the pedestrian and 
circulation context.  
 What both solutions have in common is their ne-
glect of the existing infrastructure which previously inhab-
ited the site.  Both solutions call for the covering over of the 
vehicular corridors without considering how the vehicular 
infrastructures could benefit themselves, as well as how the 
occupants of the infrastructure could benefit from the new 
project. This poses the question of how architecture can 
be used as a means to create an environment that can be 
simultaneously occupied by the park, the automobile, and 
commercial program within a context, which would nor-
mally be highly contradictory?  
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Left _ Diagrams:  Typical air rights typologies such as the Rose Kennedy 
green way, and the prud ial center complex in downtown Bost n.
 Can these three elements function together to cre-
ate a linear infrastructure, which occupies the entirety of 
the Massachusetts turnpike. Could this create a microcosm 
begins to develop new areas of density as it expands? 
And how can the architecture utilize and exploit the ex-
isting typology of the void which as already been inlaid 
within the grain city and its surrounding suburbs?  
(Unoccupied urban/suburban park)
 The park as a solution is only a means of appeas-
ing the public’s unrest, in the end the creation of a vast 
la dscape of useless unoccupied pedestrian space, which 
remains as a vacant void in the urban landscape is what 
the city inherits. The park itself is not a viable solution, with 
the high costs of construction and the low levels of funds 
it produces.  The new park itself actually creates a new 
condition within its urban or suburban context, a condition 
of complete emptiness completely devoid of all human and 
programmatic activity.  
 The park in the context over a corridor still remains 
as a separation between the two sides of the surrounding 
context.  It does not solve the problem of separation be-
cause mo t freq ently the configuration of the parks, which 
are long and narrow are still left within the context of the 
vehicular realm sandwiched between a smaller amount of 
vehicular traffic.  But never the less, makes the area unat-
tractive for pedestrians.  
 This solution of the urban park becomes only a sell-
ing point, used to appease the public so the developer or 
architect can get what they really imagined.  This thesis will 
not look at these so called “flaws” which are presented 
by the developers and city governments as negatives, but 
rather look to utilize the great potential which lies within 
and around the void.  Utilizing the void itself as a means 
of generating a new architectural typology is the goal of 
this thesis.  A typology which is dependent on not only the 
void and its occupying vehicles, but also in the park and its 
ability to be used as infrastructure and as a means of ap-
peasing the public.   This will be utilized as a means to al-
low for the insertion of otherwise controversial program.  
(Disconnect of the monument)
 The second condition is the disconnect of the monu-
ment. The current typology of air rights development has 
two major typologies, the first of which subdivides the new-
ly acquired linear space into a series of smaller parcels. 
The parcels are then sold to individual developers with 
very little consideration to each new parcels surrounding 
context.  
 This creates the construction of a series of individ-
ual disconnected “monuments” or large vertical buildings 
that fail in creating a common link within the system.  These 
buildings fail to speak to their surrounding context as well 
as to the existing context of the transportation infrastruc-
ture for which they now cover over.  The creation of these 
singular architectures has one goal, the maximization of 
Above _ Diagrams:  Visual and physical disconnect between new air 
rights projects and existing context.
Right:  Current inne  city air rights typologies.
  The current typology of air rights development creates a series of individual disconnected monuments
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current air rights typologies:  the unoccupied urban park
current air rights typologies:  megablock infill
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Right _ Diagrams: Two xampl s of typical air ights typologies.
the building footprint as a means of making the maximum 
amount of profit from the largest amount of floor area. 
This happens because of the high costs which it takes to 
create the infrastructural deck which covers the existing 
vehicular corridor below (taking in some situations a mini-
mum of thirty floors to make up for the cost of the deck). 
The creation of the monument should not be looked at as 
a negative, but should be investigated in order to under-
stand how they can be integrated into a system which will 
begin to link the spaces together.  The monument does 
not need to be seen as individual architectural objects, 
but rather should be seen as an a series of interconnected 
points along the length of the corridor.
(Infill Typologies)
 Typically within the United States space under raised 
vehicular infrastructures are highly under utilized.  When 
left vacant of program, these areas can be inhabited by 
the transient domain.  When not completely discarded this 
sp ce usually functions as storage for public works project, 
or more likely for parking for the masses of vehicles which 
utilize it daily.  But it is not that the infrastructure is lacking 
potential.  In Asian countries such as Japan, these spaces 
below vehicular infrastructures are utilized for a large vari-
ety of programs.  Programs can easily slid into place within 
the belly of the infrastructure, and because the footprint of 
the road way is fairly narrow the building insertions can 
become fairly compact.  Although there is much potential 
with in the utilization of space within these raised vehicular 
infrastructures, this thesis will currently focus on the previ-
ously mentioned typologies such as recessed and at grade 
infrastructures.
_ROADWAY DESIGN STANDARDS
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Above _ Diagrams:  The diagrams above represent a basic graphic standards for different typologies of roadway design.  Represented above:  Barrier typolo-
gies, standard road widths, roadway banking, height regulations, views, noise allowances, and roadway on/off ramp guidelines.
Above center _ Diagram 1:  Modifying MVRDV’s diagram of roadway off ramps to now work as a vertical system rather then a horizontal system.
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_DESIGN DEVICES
(Architectural devices)
 In order to solve the problems set up by this thesis and prove 
the argument a series of architectural devices have been set up as a 
means of creating different elements of architecture.  Because of the 
project scope, these devices must function in both the architectural 
and urban scales.  The devices will mediate between the project and 
its surrounding context, as well as between the different typologies of 
architecture and infrastructure.  Working together, these four devices 
will come together to create linkages between the different elements 
which compose the argument. 
(Air rights)
 The first architectural device is air rights.  Air rights have been 
utilized within the urban context since the early 20th century in U.S. 
cities such as New York, but these early projects usually dealt with a 
singular entity or building existing over a small parcel or block rather 
then over a whole corridor.  These early precedence projects along 
with a lack of land within dense urban areas created the newer laws 
in the early 1960’s within Massachusetts.  These new laws allowed 
for the sale and utilization of air rights over and under 
vehicular highways within Boston .  
 These new laws created new land where land had 
not previously existed within the urban context.  But it has 
been rarely utilized for many reasons most of which are 
the cost of decking over the voided area.  The opening of 
the air rights over a major void such as the Mass Pike or 
I-93 creates interesting conditions such as the new continu-
ous unbroken piece of real estate.  The opening of this 
space also creates other opportunities, such as the ability 
to occupy the space within the void and on the ground as 
well.  The building now has the ability to completely work 
itself into the surrounding vehicular infrastructure, creating 
infrastructural distortions as well as being distorted itself.  
 This thesis aims to utilize the air rights lack of zoning 
laws to not only occupy the space above the vehicular cor-
ridors, but also to begin the occupation of the surrounding 
area, and the corridor itself.  Doing this in an attempt to 
create an environment with a large amount of flexibility as 
well as with the ability to break out of the corridor itself.
(Infrastructural park)
 The second architectural device is the infrastruc-
tural park.  Boston is a city, which has no shortage in ur-
ban parks (17% of urban land is occupied by parkland). 
The most recent addition came in the form of an air rights 
project over the I-93 corridor several years ago.  Storrow 
Drives has recently been proposed as the next  big project 
of this typology.   
 This common typology of the park is not what this 
thesis would normally consider as an architectural device. 
, but within this project the park is realized by different 
means.  The park is not seen as a public green inset into 
the fabric of the city, but the park here is seen as the bind-Above  _ Diagrams:  Park as a piece of infrastructure which ties together the new 
insertion as well as the existing surrounding context.
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Above _ Diagrams:  The diagrams above represent a basic graphic standards for different typologies of roadway design.  Represented above:  Turning radii for 
different vehicle types, different typologies of on/off ramps as well as clover leaves, standard road slopes, and maximum turning radii for cars at given speed 
on roadways.
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DIAGRAMS
• typical existing infrastructural typologies
  -at grade
  visible, loud, dirty,low-high speed, creates
       seporation
 -recessed
  less visibility, directed noise, high speed, 
       creates seporation
 -burried
  not visible, conceled noise, high speed, 
       difficult to modify
 -raised above
  highly visible, multiple noise levels, high 
       speed
 -walled in
  highly visible, directed noise, high speed, 
       low vehicle visibility
 -tubed
• typical existing air rights typologies 
  -unoccupied urban park
 -infrastructural infill
 -covered/continous architectural insertion
 -partial cover
 -camoflauge
 -integrated
 
 
current air rights typologies: integrated
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current air rights typologies:  camoflauge
ing element, which weaves itself down the corridor acting 
more as an infrastructural object tying all of the program-
matic elements together.  The park works within multiple 
dimensions, not just blanketed on as a surface treatment 
in the end.  The park also acts as a mediator within the 
corridor itself, arranging elements to create different con-
ditions.  The park also retains the ability to separate itself 
from the surrounding city by upholding the existing edge 
and choosing to vary penetrating deep into the cities fab-
ric itself.
 
(Connected monument)
 The third architectural device is the connected mon-
ument.  The normal typology of the monument represents 
a series of individual elements, separated from the rest 
of their surroundings.  These elements remain stagnate 
throughout time, speaking to only themselves and the sin-
gular gesture in which the represent.  
 This thesis aims to redefine the role as the monu-
ment.  It views the monument as more then just a fixed ob-
ject, but as a marker with the ability to modify or be modi-
fied over time with its surroundings.  It also proposes the 
integration of the monument as an element which works 
within the surrounding infrastructure.  No longer only a 
singular element, the monument now connects itself with its 
surroundings.  Now acting as an element within a network, 
this creates a central area of interest which can begin to 
introduce or attach to new programmatic elements.
(Section and layering)
 The final architectural device is the section and layering.  As 
mass pike now lays, it is divided into a series of layers:  Permanent 
infrastructure, the vehicular layer, buildings at the pike level, build-
ings above the pike level with secondary vehicular infrastructure, and 
finally the air rights which lie above them all.  Layering can become 
a useful tool when attempting to mix multiple programs together at 
different levels.  Because of the location, the site has many conditions 
resulting from the vehicular infrastructure.  Noise, vibration, pollution, 
etc. must all be considered, because the different programs have dif-
ferent needs in relation to these variables. That’s where the layering 
comes in.  Layering can happen both in the vertical as well as the 
horizontal directions allowing for different programs to twist around 
each other finding their optimum positioning within the infrastructure. 
The layering also creates possible instances where different programs 
can interact with each other in ways that would not normally occur.
Right _ Diagram:  The sectioning of different parts of the city, and the 
re-layering of them into a single architectural element.
Far Right _ Diagrams:  New potential typologies
Far Far Right _ Images 2-8:  Explanation of how different precedence 
link together with new and existing roadway typologies. 
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_PRECEDENCE STUDIES:
(Linear cities)
 Linear cities such as the Highway City (Abraham) 
and the Lower Manhattan Expressway (Rudolph) proposed 
in the early 1970’s are interesting studies investigating the 
integration of infrastructure and architecture, but not in the 
typical sense.  Rather than burying the infrastructure or 
forcing it into an existing urban condition, both architects 
design the infrastructure as a piece of the architecture it-
self, creating long linear cities in which the architecture 
and infrastructure were both designed and integrated with 
the same amount of investment.  In these two examples it 
is important that the vehicular infrastructure is also inte-
grated into the system.  Thus creating a city in which there 
is an inherent and definite structure given to the modes 
of circulation.  These super huge projects may not be the 
direction in which this thesis will follow, but the integration 
of the architecture and infrastructure into a landscape is of 
high importance.
Important elements of precedence studies:
-Utilization of air rights over existing or proposed transpor-
tation systems.
-The mixing of program with vehicular infrastructure.
-Creation of density in areas, which normally have a den-
sity of zero.
-Creation of an architecture, which is completely depen-
dent on transportation.
(The vehicular city)
Aranda/Lynch:  Ten Mile Spiral
 Ten Mile Spiral takes the problems of traffic and human in-
teraction within a city context and winds them all into a continuous 
loop.  This project takes an entire city (Las Vegas), and wraps it into 
one continuous system, which is to be experienced at the speed of 
automobile.  The structure integrates all programs into one contigu-
ous flowing structure.  The intention of this project is to experience 
all the excitement, and attractions of Las Vegas from the comfort of 
your very own automobile before even reaching the city.  The project 
not only integrates the program into the structure, but also aims to 
eliminate Las Vegas’s traffic problem.  It accomplishes this by creat-
ing an additional ten mile long strip of highway in front of the city in 
which vehicles are forced to drive through.  The architecture’s context 
is completely dependent on location and the high density of vehicles, 
which are expected to pass by on a daily basis.  The implementation 
of program into a vehicular infrastructure is of interest in this project. 
Creating a city, which can be inhabited from the automobile, without 
Right _ Image 9:  Ten mile Spiral by Aranda/Lynch
the need of direct human interaction.
Paul Rudolph: The Manhattan Expressway
 The Manhattan Expressway looks not at how a city can be 
condensed into a single point but rather how an urban development 
can begin to occupy an entire linear corridor such as vehicular infra-
structure itself.  Rudolph’s project deals with both the urban and archi-
tectural scales, as his building not only inhabits ten miles of New York 
expressway, but also tries to function as a modular structure in which 
smaller elements such as housing, schools, stores, and offices could 
be inserted.  All of these elements are housed within a large A-Frame 
structure which not only straddles the existing vehicular roadway, but 
also absorbs some of this infrastructure as it creates new pathways 
and attempts to reroute vehicles through as well as into the parking 
structures.
Important elements of precedence studies:
-Use of automobile as catalyst for the creation of architecture.
-The creation of a system dependent on a constant volume of automo-
biles rather the volume of people.
-Experiencing a place through the automobile without ever having to 
leave it.
-Using the vehicular problem of traffic to create an architectural solu-
tion, which solves the problem by eliminating still traffic and creating 
a way for people to be entertained while never leaving the automo-
bile.
(Vehicular architecture)
LTL Architects:  Park Tower
 The Park Tower proposal was the merging of the automobile 
and the building occupants into one continuous structure.  The high 
rise building consists of two oscillating tubes which wind their way up 
the core of the building.  One tube contains the parking structure, the 
other contains the occupants circulation and program.  As 
the two pieces wrap their way up the building there is the 
constant interaction between the two tubes, and the voids 
and spaces between the two become areas of program 
and inhabitation.  This project’s integration of the automo-
bile and architecture is what makes it an interesting prece-
dence in conjunction with this thesis.
Important elements of precedence studies:
-Creation of a vehicular architecture.
-The mixing of vehicular and building inhabited programs 
and spaces.
-Transportation infrastructure residing and determining the 
characteristics of a single architectural object.
Right _ Image 10:  Park tower by LTL Architects.
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_POTENTIAL SITE LOCATIONS
 Above reproach aims to create a continuous infra-
structure with the ability to occupy large sections of infra-
structural corridors, in an attempt to create a high level of 
density in and around these areas.  The insertion works 
with existing vehicular infrastructure, tying it together with 
large commercial programs, smaller retail spaces, civic 
functions, infrastructural parks, and its surrounding con-
text in an attempt to create a draw of inhabitants from 
suburbia.  Vehicular infrastructure and its surrounding ar-
eas which are typically left vacant hold great potential be-
cause of their close proximity to existing rail (both heavy 
and light) and their ease of access on to the roadway. 
This allows for an ease of loading and unloading of goods 
from trucks.  The consolidation of loading docks, architec-
ture, and vehicular infrastructure allow for the trucks to 
simply  merge into the unloading lane, deliver their ship-
ment directly into the building from below, then re-enter 
the roadway with very little side tracking. 
 Searching for a site within the United States turns 
up many examples of similar suburban conditions.  Areas 
outside of urban centers where suburbia, has over time 
continued to grow further and further outwards slowly 
choking off the cities urban life.  How do you begin to limit 
potential sites?  What are the elements of each of the sites 
which would be considered more important?  Qualities this 
thesis was interested in exploring with possible sites were: 
Diversity of program throughout the length of the corridor, 
varying sectional conditions, availability of local rail link-
ages, a corridor which directly connected the inner city 
with suburbia, as well as varying densities of populations 
and buildings around the corridor.
 
B2 _ SITE
future areas of intervention               
scale of suburbia               
this thesis aims to create a system which can be implamented within the
typology of american suburbia.  american suburbia is a vast amorphous system,
networked together by the large expances of highway infrastructure.  the
expance of suburbia creates issues of low density, long commuting times, and
large amounts of wasted energy.  this thesis can situate itself within these 
suburbian areas creating new lines of density which  begin to create a system
dependent not on central urbanity, but a system which instills urbanity into
the suburban landscape.
Above _ Diagram:  This thesis aims to create a system which can be implemented within the context of American suburbia.  American suburbia is a vast amor-
phous system, networked together b  the large xpanses of highway infrastructure.  Th  large expanses of suburbia create issues of low density, long commuting 
times, and large amounts of wasted energy.  This thesis situates itself within these suburban areas creating new lines of density which begin to create a system 
dependent not on central urbanity, but rather a system which instills urbanity into the suburban landscape.
Diversity in site program:  Diversity allows for a more flexible pro-
gramming of the urban site.  The replication of the same program-
matic elements throughout the length of the corridor could cause for 
an over saturation of similar programmatic elements and potentially 
kill further growth.  A good diversity could allow for the densifaca-
tion and multiplication of the system.  Creating a much higher level of 
density along the vehicular corridor.
Sectional variations:  Sectional variations along the site allow for the 
trial of different systems which could later be used in other sites.  Be-
cause this initial insertion is a prototype, it should encounter the great-
est amount of variation in topography, infrastructure typologies, and 
with surrounding adjacencies.
Rail linkages:  Rail is another important element for the success of 
this proposal.  Existing rail lines create several advantages:  Ease of 
access to shipped goods, access to potential public transit, and the 
creation of rail stations for the insertion of a perpendicular rail system 
which could penetrate deep into suburbia.
 In the end this thesis can only focus on one of these potential 
roadway corridors.  The chosen site is a roadway which stretches 
from the outskirts of Boston, Massachusetts directly into the cities cen-
ter.  Even though this thesis will be focusing in on one particular area, 
the outcome of this investigation is not meant to have a singular out-
come.  Rather the goal is for the creation of a system which could be 
implemented within other suburban areas around the U.S.   
30 31
_PROPOSED SITE
 Situated within both the urban and architectural 
realms, the site encompasses the eleven mile Massachu-
setts Turnpike corridor which spans from downtown Boston 
to the suburban I-95 corridor in Newton.  The roadway is 
one of the main corridors which moves the daily volumes 
of commuters in and out of the city.  The site was chosen 
for several reasons including it history, its surrounding con-
text, and also because of its number of existing and pro-
posed air rights projects.  
 Currently the site itself houses  five completed air 
rights projects, with at least three others currently pro-
posed.  The projects have been completed over the past 
forty years and are very similar in nature.  This thesis ques-
tions how these projects situate themselves with in their 
surrounding context, as well as their use of many smaller 
buildings verses the one mega project.  Another major 
reason for this specific site is that the conditions the site 
encounters as well as creates are very similar to other con-
ditions which can be found within the United States.  This 
creates conditions which could be easily replicated or built 
upon in other sites throughout the country.
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_URBAN CONTEXT
 Of the eleven mile Mass Pike extension, one and 
a half miles resides within Boston’s inner city context.  The 
width of the pike varies slightly from 150’-225’ as it moves 
through the city, but this variation is due to changes in the 
rail system rather then the roadway itself.  The roadway 
consists of eight lanes of vehicular traffic, four in each di-
rection as well as rail lines which vary in number from 
three to seven tracks.  Both Light rail and industrial rail 
occupy this corridor.  The light rail includes a subway line 
as well as long distance rail service.
 The surrounding context of the corridor varies 
greatly as you move from Chinatown to the Allston area. 
Most of the corridor from Chinatown to the Fenway area 
is recessed below grade.  In the center of that stretch the 
corridor is completely covered by three existing air rights 
projects.  Adjacent land to this section of the corridor re-
mains mostly occupied by feeder roads  for the surround-
ing area, with small areas with buildings lined up against 
the corridor.  This is the widest section of corridor within 
the downtown context.
 The other half of the roadway runs from Fenway 
to Allston.  The context of the roadway becomes quite dif-
ferent as you begin to move out of the city.  The rail lines 
thin down as the subway lines split away, and the cor-
ridor rises to the level of its surroundings.  The areas on 
the adjacent plots of land now house both buildings and 
roadways creating areas of higher density directly against 
the roadway.  Most of the adjacent buildings are larger 
low industrial complexes with some areas of urban hous-
ing and offices.  Although the area has a greater density 
of adjacent buildings, the area seems to more run down.
Left _ Image 11:  Downtown Boston during the construction of the Mas-
sachusetts Turnpike
Above _ Diagrams:  Sections cut through the urban site.
Below _ Diagram:  Proposed urban site.
andrew john wit
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_HISTORIC CONTEXT
(Site)
 The introduction of the automobile in the late 19th 
century created a trend, which forever changed the land-
scape of the U.S.  Although today in Boston it may seem as 
if this trend wasn’t as prevalent, because of its pedestrian 
nature and its tendency to vanquish the automobile.  But 
this is not the case at all for Boston.  Boston’s early infatu-
ation with the automobile caused for the creation of one of 
the earliest auto miles in the nation.  With its conception in 
1908 (by Alvan Fuller), it was at full capacity by the mid-
nineteen twenties.  
 Today this phenomenon has almost been com-
pletely forgotten.  The auto mile was located on portions 
of Commonwealth Ave. and Brighton Ave, positioned be-
tween the B.U. Bridge and Allston’s Union Square.  This 
area became one of the major suppliers of automobiles 
within Boston for the next fifty years, with over fifty differ-
ent companies selling vehicles.  The auto mile experienced 
its most explosive growth in the 1920’s, growing until the 
beginning of WWII.  Even though the war caused the clos-
ing of half of the dealerships in the period after from 1950-
1965 the love for the automobile in Boston continued to 
boom, creating the areas most prosperous time.  This boom 
in automobile growth created the need for a new vehicular 
infrastructure, which would begin to surface in the early 
1940-50’s. 
 But come the 1970’s the automobiles growth be-
gan to loose momentum in Boston.  The slowing economy, 
fuel shortages, emissions guidelines, and growing public 
transit all helped with the slowing of the growth of the 
automobile. Along with the movement of city dwellers into 
to suburbs, Boston’s mass transit system followed growing 
more complex allowing for longer distance commuting without the 
need of the automobile.  By the early 1980’s the auto mile and its sup-
ply of automobiles had all but disappeared, but its effects on the city 
such as large vehicular infrastructure, pollution, and large amounts of 
unusable inner-city land still remained.
 The post war urban economy, and growing popularity of sub 
urbanization created a slow down of growth within the inner-city Bos-
ton area in the late 1940-1950’s.  Growing amounts of suburban 
sprawl created a flux in the density and movement within the trans-
portation system.  With low fuel prices and the love for the personal 
automobile less people were relying on public transit, and more and 
more were making the daily commute from the outskirts of town.  
 Growing traffic and a shrinking economy sparred the creation 
of the Massachusetts Transit Authority (MTA) in 1952, which was giv-
en the responsibility of fixing Boston’s growing traffic problem.  Their 
solution was the creation of the 123 mile long Massachusetts Turnpike 
(Mass Pike) which would span from the suburbs in the east and west 
and penetrate a two and a half mile strip of Boston’s urban fabric. 
This two and a half mile long turnpike extension would be situated 
adjacent to the existing rail corridor that ran through Newton. 
 The history of the chosen urban site for the infrastructural proj-
ect runs much deeper then the history of Mass Pike itself.  Before be-
ing occupied by vehicular infrastructure as well as a Amtrak line, this 
void was occupied by two of the Cities busiest rail lines dating as far 
back as the mid 19th century, all though the size and magnitude of 
the void was not nearly as vast.  Prior to the filling of Boston for the 
creation of new land, a thin strip of land within the South end residing 
in parcels 20-21 above the now Mass Pike was also a barrier as far 
back as the early 18th century in the form of a fortified wall which 
cut through the area for the cities protection.  Although these previ-
ous gashes in Boston’s fabric we much smaller, they have existed for 
almost as long as the city itself.  
 The sunken void of a highway initially solved the problems 
of traffic, but created the problem of a two and a half mile void, 
which ran through seven neighborhoods starting from Chinatown all 
the way down to Allston area bordering the Charles River.  Ever since 
the turnpike was completed in 1958 (1964 in Boston) the idea of cov-
ering over it has been under consideration.  In the early 1960’s the 
MTA began trying to sell the air rights over the turnpike for urban de-
velopment.  To entice developers into building Boston lifted all zoning 
codes over the air rights areas (chapter 505, section 15a) to better 
allow the utilization of the air space.  Within the fifty years of the exis-
tence of the Mass Pike extension through Boston, only three air rights 
project have been implemented; the Prudential Center in the 1960’s, 
the Hancock buildings parking, and Copley Place in the 70’s, with 
a forth project currently in the works (Columbus Center).  With the 
exception of these three projects, the void that occupies downtown 
Boston has been left in a state of unresolved decay.  With the utiliza-
tion of the masses of vehicular traffic in strategic areas, is it possible 
to create an environment, which thrives off of these conditions while 
maintaining the separation of the original central void?
(I-93 “The central artery.”) 1959
 Interstate 93 is one of the most recent examples of Boston’s 
converting of vehicular infrastructure into a “pedestrian park”.  The 
central artery project began in the early 1940’s because of Boston’s 
growing traffic problems.  The proposed intervention was seen as 
a futuristic project, dubbed the “highway in the sky” by its original 
planner.  The roadway was to be one and a half miles long, cutting 
through the core of the congestion problems, but cutting through the 
center of the city as well.  The construction of this project severed the 
city directly, as it made its way through existing neighborhoods and 
districts creating separations which still remain today.  
 Although the highway divided the cities fabric, it also created 
and interesting layering of vehicular, street, and pedestrian traffic 
which now wove into the city.  The infrastructure created a three-story 
tall layering of vehicular traffic and parking, which somehow visually 
meshed with the existing cities fabric.  The interstate now created 
a quicker means for the entering and exiting the city for 
the large masses of commuters.  But its success was short 
lived because of design flaws as well as for the explosive 
growth of the vehicular traffic within Boston as the popula-
tion and work force grew.  The original capacity for the 
infrastructure was 75,000 commuters, which easily topped 
200,000 by 1990.  
 This overload in vehicular traffic caused for the 
need for a new infrastructure which would take the form 
of ‘the big dig.”  This project would now eliminate the 
element of above ground vehicular traffic and move it all 
below the city allowing for large amounts of newly cre-
ated land to become developed.  But the development of 
the land failed to transpire and all the land was to now be 
called a “park” and given to the pedestrian, creating a 
vast amount of unusable “pedestrian” space.  
 The big dig represents Boston’s first large scale ef-
fort to reoccupy space previously occupied by transporta-
tion infrastructure.  The project opened up large amounts 
Right _ Image 12:  I-93 cutting through downtown Boston in the late 1970’s.
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of land within the core of the city for potential develop-
ment.  But in the end the project failed to utilize the new 
land.  Issues with neighboring buildings, and governmental 
interests created a process which was so troublesome, that 
the land was unable to become utilized for a productive 
manner.  Rather then development, the end product has 
been the creation of vast amounts of uninhabited urban 
parkland.  Space within itself now creates a larger void 
then was previously occupying the site because now there 
is no infrastructure to mend the two sides together, and the 
space has become occupied by unusable park space.
(Massachusetts turnpike)  1965
 Running from I-93 in downtown Boston to I-95 in 
Newton, the Massachusetts Turnpike is seen as the next 
big potential public transit project after the big dig.  The 
construction of the Mass Pike took place in two phases. 
The first phase opened in 1957 connecting West Stock-
bridge to Newton.  The second Phase was completed in 1965 con-
necting Newton to  downtown Boston.  
 The Mass Pike sees many sectional variations and creates 
many different conditions as it moves through the the urban and sub-
urban landscape.  A trip down the pike brings you through dense 
downtown Boston, dense suburban areas, rural suburban areas as 
well as more rural industrial areas.  The sectional variations create 
conditions where the pike is sometimes recessed, raised above, or 
at the same level as its surrounding context.  The one thing all of the 
contextual variations hold the same is the strong disconnect it creates 
between both sides of the pike.  This disconnect creates very difficult 
conditions for pedestrians to mediate through.  Very few areas can 
be found for the pedestrian crossing of the pike.  
 Since the pikes completion in 1965, these conditions have 
spurred the conceptualization of the concealing of the vehicular traf-
fic below grade.  The better utilization of the land between is the 
reasoning for covering the pike.  To make land more enticing the city 
government has also created incentives for building above the pike 
such as the elimination of zoning, design competitions, and monetary 
contributions.  Many studies have gone into the redevelopment of the 
air rights over the corridor, which creates a series of parcels as well 
as a detailed analysis of the surrounding context.  But early design 
Left _ Image 13:  Construction of the Massachusetts Turnpike leading to the inner 
city extension in completed 1965.
Above _ Diagram:  Proposed parceling of Downtown section of the Mass Pike.  The 
pike will be subdivide into 23 parcels of varying sizes to be sold off to developers.  
Currently their are two proposals.
Above _ Diagram:  Size and square footage analysis of large multi programmed 
buildings.
Above _ Image 14:  Storrow drive construction. 1949
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proposals portray the same Boston epidemic, on the one hand, a 
proposal concealing the vehicular infrastructure and its replacement 
with another vast, baron pedestrian park space which would run the 
length of the corridor.  The other proposal is the parceling off and 
selling of the individual units to developers to be designed individu-
ally such as with the Prudential center.  At this current time, the par-
cels have too much connected baggage from the city trying to satisfy 
every voice which surrounds the corridor.   The true potential within 
the void of mass pike has yet to be discovered and investigated.
(Storrow drive)  1949
 Storrow drive was constructed adjacent to the Charles River in 
1949 to ease traffic problems between Back Bay and the Esplanade. 
This project became controversial in its initial stages when it was pro-
posed to cut through the Esplanade’s Park and situate itself close to 
the river.     Severing the direct walking connection between the city 
and the waterfront, this became one of the first tears in the cities fab-
ric.  Because of its location and history Storrow drive finds itself as 
the most recent candidate for pedestrian reform.  Proposals see deck-
ing over Storrow drive for the expansion of the existing park 
leading to Boston’s esplanade.  Once again the expansion of 
the parkland could have a negative effect, creating a space, 
which becomes to large or secluded to inhabit.  Although this 
proposal seems the least likely to happen of the three green-
ing projects, this project seems like it had the greatest po-
tential to actually work because of its proximity to the river 
and the already existing and highly utilized Esplanade. 
(Roadway utilization)
 The vastness of the existing roadway corridors and 
their surroundings allow for the creation of rather large 
structures rather then many smaller structures.  To be feasi-
ble the new insertion must first have an infrastructural base 
to build upon, or find a way to integrate the infrastruc-
ture into itself.  Either of these two options allow for the 
creation of large all encompassing structures which could 
house large amounts of programs for the surrounding ar-
eas.  Depending of the potential sites surrounding context, 
as well as the roadway conditions themselves the form, 
program, and structural strategy of the building could vary 
widely.
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_EXISTING AIR RIGHTS PROJECTS
(Boston)
 Within the past fifty years Boston and its surround-
ing areas have seen the fruition of several air rights proj-
ects.  The projects originated with the insertion of the Mas-
sachusetts Turnpike in 1964.  
Prudential Center:  The first of the projects was constructed 
in 1965.  The prudential center complex occupies 23 acres 
of urban land and resides over the Mass Pike.  The com-
plex is mixed use consisting of a tower and several smaller 
(Boston I-93)
 The completion of the I-93 central artery project or the in 2006, 
opened up a large area of linear air rights land which was previously 
not available.  Running through downtown Boston this corridor of 
unused space spanned one and a half miles at an average width of 
about 150 feet with a total land mass of about 25 acres.  Construction 
over these air rights were controversial.  How they would be used, 
what conditions they would create for their surroundings, and how 
they would impact the newly acquired views from the adjacent build-
ings.  In the end the final decision was made to construct very few 
buildings over the land, and instead insert a large linear park.  The 
park finds itself not only situated within a crevice of the surrounding 
buildings, but also sandwiched in between the two main directions 
of vehicular traffic.  The park attempts to give something back to the 
city, but in the end only creates another void.  First the corridor was 
occupied by the void of the existing transportation infrastructure, but 
now being replaced with the void of an unoccupied urban park.  The 
void may in the end be less visibly and audibly obtrusive to the sur-
rounding context, but in the end leaves the new land under utilized. 
Above _  Diagrams:  To make air rights a move viable investment 
for developers, the Massachusetts government has eliminated zoning 
regulations over the pike allowing for the creation of new typologies.
no footprint zoning
no setback zoning
no height zoning
no usage zoning
Above _ Image 16:  Rose Kennedy Greenway, I-93.  Above _ Image 17:  Sheraton Hotel, Mass Pike.             Above _ Image 18:  Shaws,  
                                      Mass Pike.
Above _ Image 15:  One of Boston’s earli-
est air rights projects, the Prudential Center 
complex.
buildings.  The tower houses of-
fices, restaurants, parking, and 
an observation deck.  The base 
of the building sprawls over the 
site encompassing 620,000 sqft 
of retail, exterior park space, 
and restaurant space.  The Pru-
dential center also maintains di-
rect rail and vehicular access to 
the existing roadway and rail 
lines, so even though it covers 
the existing roadway it is still 
able to feed off the vehicular 
and rail traffic below.
Hancock Garage:  Boston’s 
second air rights project was 
completed in 1972, while its 
tower was under continued 
construction.  The Hancock ga-
rage serves as the main parking 
structure for the tower housing 
about 2000 cars and feeding 
directly off of the existing roadway below.
Copley Place:  The third and most recently Completed air rights proj-
ect within the city of Boston was the competition of the Copley Place 
complex in 1984.  The complex is adjacent to the Prudential Center 
complex and has linkages between the two buildings.  Copley’s large 
program houses multiple office buildings, two hotels, and a parking 
garage.  Similar to the Prudential Center the complex also has link-
ages to the rail lines which reside below the complex.
(Boston suburbs)
 Recently air rights projects have not only been lim-
ited to downtown Boston but also find themselves moving 
down the Massachusetts Turnpike and deeper into subur-
bia.  Although these projects are not as large or elaborate 
as the downtown projects, they are beginning to occupy 
the void and connect together both sides of the pike.
Sheraton Newton:  Situated above the Mass Pike in New-
ton, The Sheraton hotel straddles the roadway, using its 
large parking structure as an anchor on the northern edge 
of the roadway.  The roadway is located adjacent to one 
of the exit ramps of the pike which helps it feed off the 
roadway.
Shaws Newton:  This grocery store hangs over the road-
way connecting to only side of the roadway.  This building 
feeds not off the roadway but off of its surrounding sub-
urbs, and does not have direct access to the pike. 
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_BOSTON’S CIVIC VISION
 In the year 2000 Boston released its proposal for 
air rights development within the city.  The plan was en-
titled “A Civic Vision for Turnpike Air Rights in Boston.” 
The plan outlined historic events, current undertakings, as 
well as for future proposals for the pike.  Focusing on the 
inner city extension of the pike, the proposal fails to make 
any proposals for the pike as it moves out into the suburbs. 
But the proposal focuses on turning Boston into what it 
calls “the livable city.  The proposal outlines 23 potential 
parcels of air rights land over the pike.  These 23 parcels 
of land yield 44 acres of “new” land ranging in plot sizes 
from 500 sqft. to an excess of 170,000 sqft.  The project 
stretches through 7 towns within Boston from Allston down 
to Chinatown.  Each sector of parcels as been pre-pro-
grammed loosely by the city to fit in programs which the 
city deems to be best for the area.  These programs overall 
are quite vague, and deal not with the interest of urban-
ization nor all of the surroundings but more about larger 
groups such as educational or technology facilities.
 The plan does set out a series of goals for Boston 
as it utilizes Mass Pikes air rights including:
Improved public transport - Create a smaller reliance on 
individual automobiles by enhancing the existing rail, bus, 
and by encouraging bicycle usage.  Also calls for the cre-
ation of bus routes, construction of better bus shelters, and 
the creation of friendlier pedestrian routes in and out of 
the city.
Enhance neighborhoods -  The plan calls for the insertion 
of new buildings to be site specific, catering to the needs of 
the surrounding neighborhoods so they can prosper and 
grow along with the pike.  The enhancement of neighbor-
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hoods also stresses dealing with parking issues.  Existing building 
typologies on the site require large amounts of parking spaces.  This 
plan stresses the insertion of programs with low car to sqft ratios such 
as housing which requires about one third less parking then office 
space.
Invest in city building -  With city building Boston hopes to make the 
city a better place to live, work, and invest.  By investing in different 
elements such as housing, technology, industry, and education Boston 
hopes to grow and prosper off of the new construction over the pike, 
as well as off of the rehabilitation of the surrounding context.
Reconnect the public realm -  Finally Boston hopes that this new land 
will be able to mend the gap between the two sides of the city which 
the roadway created with its insertion over 60 years ago.  This new 
land offers the opportunity to reconnect pieces of the city which were 
torn apart.  But beyond fixing what is deemed to be broken, this new 
land also allows for the merging of different community typologies 
throughout the city which could allow for the creation of new com-
munities and typologies.  
_PROPOSED RIGHTS PROJECTS
 Over the past several years Boston has seen an explosion 
of interest in air rights proposals.  Ranging from competitions to city 
plans, and finally to developer proposals.  From these we have see 
a wide variety of proposals for different urban sites around Boston. 
Even though the projects were all designed and proposed by differ-
ent architects and developers they all hold a large number of similari-
ties. Unfortunately the proposals focus mainly on the recent air rights 
parcels outlined in Boston’s civic vision which are all located within 
the downtown area, leaving the more suburban air rights unused.  
 The new land created by the utilization of air rights resides 
within a completely new typology. So why is it that developers at-
tempt to build upon it as if it was a typical piece of land.  The linear 
nature of the space allow for the creation of larger structures which 
could utilize longer strips of the corridor.  The historic nature of the 
roadways context has also created interesting conditions around the 
edges of the corridor.  The gash between the two sides of the corridor 
represents two different infrastructural grids which may or 
may not be dealt with.  The corridor also has adjacencies 
such as parking and larger open voids which could be uti-
lized by the insertion of a new architecture.  This could al-
low not only for a linear insertion but and insertion which 
runs along the corridor and enters into the existing context. 
But as can be seen by the new proposed air rights projects 
a typical frame of mind is kept.  The site is subdivided into 
smaller and smaller parcels and the space in continuously 
filled in like it could be in any existing urban or suburban 
condition.
(Proposed projects)
Columbus Center:  Proposed over a decade ago the Co-
lumbus Center air rights proposal was Boston’s first pro-
posal in over twenty years.  The development was a rather 
large mixed use program located on air rights parcels in 
the Chinatown area.  The program included a large tower 
which housed hotels, retail, and condos, residential, and 
parking for 600 automobiles.  The program is subdivided 
into a series of buildings, including one tower, four smaller 
condo buildings, and one large low parking and apart-
ment structure.  But the slowing economy and the doubling 
of construction costs over the past ten years have caused 
a halt in the construction of the project with no set restart 
date.
Kenmore Square:  Proposed in 1996 this proposal is still in 
the works.  The Kenmore square proposal is aimed a cre-
ating a smaller, more sustainable solution to air rights de-
velopment. Looking to create a T.O.D. or Transit Oriented 
Development the project is highly dependent on the exist-
ing public transit.  The program consists of 300 residences, 
offices, and neighborhood oriented retail shops.Above _ Image 19:  Boston’s Civic Vision for the Mass Pike as it runs through down-
town Boston.  Outlines parcels and potential development.
Above left _ Image 20:  Columbus center proposal.
Above right _ Image 21:  Fenway air rights proposal
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_FIVE SITES ON THE PIKE
 The analyzing of the sites urban elements began to 
show correlations between these different elements.  Most 
of the correlations are universal, holding true for many 
potential sites through out the country.  These correlations 
can be defined as the following:
Roadway exit to density ratio:  Density increases as dis-
tance to exit/entrance decreases.
Roadway exit to green space ratio: Density increases as 
distance from exit increases.
 In addition to these correlations, other elements 
such as driving time radii, walking distances, existing town 
centers, and existing buildings programs/locations help 
situate the new locations of the architectural sites.  Mini-
mizing driving and walking distances are crucial for the 
creation of a functioning of urban system which in no lon-
ger dependent on the automobile.
 From these examinations five initial sites were de-
rived.  The five sites represent a means of initiating a linear 
density which would over time stretch across the entirety 
of the roadway corridor.  Site locations become situated 
between existing roadway exits, allowing for the typically 
less dense areas to begin to build up a density.  Utilizing 
the space in between also allows for the creation of new 
pedestrian bridging over the roadway, potentially recon-
necting the two sides of the roadway infrastructure.  
Above _ Diagrams:  These diagrams look at the sites basic urban elements.  These 
elements define the basic logic of urban and local site selection.  as diagramed 
below the mass pike contains large amounts of physical infrastructure including:  
light / heavy rail, high and low speed roadways.  These elements are dealt with in 
surounding green
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_SITE COMPONENTS
 The analysis of the urban site brought to life dif-
ferent elements which aided in the locating of individual 
architectural sites along the vehicular corridor.  There are 
four major elements which were initially analyzed:  Exist-
ing site rail lines (heavy and light), the limited number of 
existing roadway exits, existing public greens, as well as 
the urban sites surrounding context.  The combination of 
these four elements form the foundations of site locating.  
Rail:  Three types of rail utilize the rail lines which run 
through the corridors:  Heavy industrial rail, the commuter 
rail which links Boston to the suburbs, and long distance 
rail which connects Boston with other states.  These typolo-
gies help bring a diversity of both public and cargo transit 
to the proposed sites.
Roadway exits:  There are only 6 roadway exits along 
the pike as you make your way out of the city.  These 
limited numbers of crossings create large separations be-
tween the two sides of the roadway, and cause for heavy 
development around exit areas leaving the middle area 
less dense.  
Public greens:  The areas surrounding the corridor hasve-
many small pockets of public greens, but there is a corre-
lation between the locations of the greens and the road-
way off ramps.  The closer to the off ramp the less public 
green.
Existing context:  The context of the corridors surroundings 
vary from larger commercial, industrial, and private func-
tions along the actual corridor, dense suburban areas, to 
finally less dense rural suburban areas.
different ways.  Only a few interventions can be found along the corridor where 
architecture begins to blur the boundary of infrastructure.  The potential sites were 
derived from the correlation between infrastructure and its surrounding density.  
Certain conditions create certain densities.
44 45
high density
site locations
creation of dense corridor
high density
site locations
creation of dense corridor
Above _ Diagrams:  The above diagrams describe the relationships between roadway entrances/exists and their surrounding levels of density of population as 
well as public green space. Above _ Diagrams:  The above diagrams describe the five site locations along the pike as well as their future growth and density projections.
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_PROJECT PHASING
Project phasing takes place within several scales:
Nation scale
Urban scale
Local scale
Architectural scale
(Nation scale)
 Nation scale is highly dependent of the success of 
the other three scales.  If their is successful development 
of the insertion within the smaller scales in creating a func-
tioning urbanity, the insertion can begin to be tested in 
different areas throughout the country.  Potential sites for 
implementation begin with surrounding city suburbs, even-
tually stretching outwards into more rural areas utilizing 
roadway infrastructure as the platform for growth.  The 
goal of the nation scale phasing is to begin to develop 
a consistent high level density through out American sub-
urbia which begins to limit the dependency of individual 
modes of vehicular transit.  
(Urban Scale)
 The urban scale takes place in three broad phases. 
Within the larger urban phases there is also the potential 
for the phasing and redevelopment of the surrounding sub-
urban grid.  The initial phasing takes place in two specific 
sites which are located at the ends of the overall urban 
site.  These sites represent the initial boarder of the project. D1 _ URBAN
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The two sites are spaced apart to allow for a high density to first occur 
at the ends of the project, allowing for later infill.  The initial inser-
tions begin at the intersection of the roadway infrastructure and ex-
pand perpendicularly out into the suburbs.  The suburban infiltration 
is sustained by the insertion of new public transit lines which extend 
out from the roadway into the suburbs in both directions.  The public 
transit insertions include:
Rail:  A simple rail insertion consisting of a single line of rail traffic 
in each direction to reach deep into suburbia.  This allows for the 
bringing of people from the outskirts of suburbia into the center of the 
roadway corridor.  The railway line also represents the new line of 
density which will be running through the existing suburban area.
Bus:  Branching off the rail line will be a modified bus route which 
allows for the breaching of suburbia in the direction parallel to the 
initial roadway infrastructure.  The main purpose of the rail line is to 
create a system which allow for walking distances of now more then 
twelve minutes between rail and bus stops.  These short distances 
create easily accessible areas around the rail line encouraging the 
developing of density around the rail line.
Pedestrian / bicycle:  Reworking of pedestrian access is very impor-
tant to the success of the project.  The urban plan can only work if 
it  is possible to flip the vehicular dependency to the dependency on 
walking, cycling, public transit.  The creation of a pedestrian friendly 
and enjoyable environment by means of the short walking distances, 
insertion of new public parks and civic functions, as well as retail ar-
eas are the keys to the successful of the pedestrian infrastructure.
 The Urban phasing continues with two later phases of densifa-
cation.  If phase one is successful, phase two would be implemented 
from years 5-20 adding three more dense nodes.  Phase three could 
happen from 20+ years adding more density and beginning to con-
nect the existing nodes.
Above _ Diagrams:  Urban phasing diagrams.  Phase one and two.
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Components:  The 
biometric pair con-
sists of four interre-
lated yet separate 
elements.  Situated 
within the corridor 
remains the element 
of existing fixed in-
frastructure.  This el-
ement is to remain fixed because of its low ability of mobil-
ity and its high cost of redefinition.  Existing infrastructure 
consists of the heavy/light rail, bridges, tunnels, and the 
existing roadway.  
 The next two components are initially grouped to-
gether.  The biometric pair and existing highway infrastruc-
ture work together for form one continuous circuit which 
filters vehicles on and off the roadway.  Lifting from the 
ground the roadway merges with the building.  The two 
elements act as one system as the vehicles wind up and 
then back down the double helix parking structure.  But 
this condition is highly dependent on the stage of building 
densifacation.  As the system becomes more reliant on the 
suburban area around the relationship with the roadway 
begins to sever, and parking begins to transform into other 
programmatic systems.
 The final component is the platform. Straddling the 
roadway, it houses programmatic areas for the surround-
ing suburbia.  It connects opposite sides of the roadway 
while also addressing the needs of individual sides.  The 
platform also houses storage and loading facilities for the 
entire system
_PAIR COMPONENTS_BIOMETRIC PAIR
 The architectural intervention consists of two sepa-
rate architectural/programmatic elements:  Two smaller 
buildings “The Biometric Pair” which resides at both ends 
of the site, and a larger building which situates itself be-
tween the two “The Platform”.  The two pair elements are 
inserted to create a synergy between the two ends of the 
site.  Creating a flow of people from the suburbs in as well 
as from one unit to the other.  The constant occupation of 
the space between creates a need for the third element, 
which is initially dependent on the biometric pair.  The cre-
ation of the pair in addition to the central platform creates 
the opportunity for the structure to take a more horizontal 
stance verses a vertical, allowing for a more freely flowing 
dense urban condition.
Real Estate Development:  The secondary reason for the 
insertion of the biometric pair is for the creation of more 
desirable real estate around vehicular corridors.  The in-
sertion of the biometric pair creates a flow of people and 
industry from one unit to the other, as well as drawing in 
people from the surrounding suburbia.  The draw creates 
an opportunity for the development of program_c which 
acts as a real estate investment for the future completion 
of the unit as a whole.  
 The pair functions not only as a real estate catalyst 
for the platform itself, but also for the surrounding area 
and pike.  The creation of new crossings over the pike, 
park spaces which run with and over the structure, new 
civic spaces, public transit stops, and the insertion of com-
mercial and retail stores will help to solidify a new central 
core for the surrounding area to feed off of.
the biometric pair consists of two seporate yet dependent programatic elements.  
these elementsare used to create a synergy which creates a flow of people from one 
unit to the other.  the constant occupation of the space between creates the third
element, which is a dependent of the initial two.  the creation of a pair verses a 
singular unit gives the oppertunity for the structure to take a more horizontal 
stance verses a vertical, which allows for a free flowing dense condition.
to create a larger more urban form of growth this
system of pairing not only happens in singular 
locations, but sprawls out over the pike creating
concentrated nodes of programatic density.  the 
pairs find themselves situated in areas which are
normally vacent of human activity.  the sites are 
spread apart based on surrounding program’s as
well as driving distances.  the pairs not only 
function within their surroundings, but begin to 
draw in the surrounding context as well.  
program a 
new high value realistate
surrounding value rises
program b 
five pairs on the pike
the insertion of the biometric pair creates a flow 
of people and industry from one unit to the other,
as well as drawing in people from the surrounding 
area.  the draw creates an oppertunity to create 
program c which acts as a future realistate 
investment for the future completetion of the unit 
as a whole.  the pair acts not only as a realistate 
catalyst for the platform itself but also for the 
surrounding area and pike as well.
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D2_ARCHITECTURAL
re-programing
1) insertion      (initial insertion of the biometric pair into existing infrastructure)
2) densifaction (pair creates density within itself as well as in its surrounding context
       densifacation creates a minimazation on the dependence on the auto)
3) re-program   (as pair becomes denser the parking and circulation begin to be reprogramed
       allowing recreation and civic functions to infultrate into the structure)
4) split            (after a mass of density has been accumulated and the parking has become 
      desolved, the next set of biometric pairs are implemented on another site)
the biometric pair consists of four inter-related
yet seporate elements.  situated within the 
corridor remains the element of existing fixed
infrastructure.  this element is to remains because
of its low ability of mobility and its high cost of 
redefinition.  this element consists of the heavy/
light rail, and some roadway infrastructure.  the
next two layers consist of the platform and 
vehicular infrastructure.  these two elements 
remain seporated even if occupying the same space
because of vehicular noise, vibration, and pollution.
the platform structure is constructed lightly,
while the roadway sturcture remains massive.  the
final component is the platform, which stratles all
of the above while housing all of the programatic
functions.
components
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(1)_existing rail
(2)_existing road
(3)_program a
(4)_program b
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(1)_program c
program c formed by 
the movement generated 
by users need to travel 
between the units
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(3)_structural legs
(4)_light rail
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platform stretches, 
merging together with 
its pair buildings.
d Left _ Image:  Initial pair components
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the biometric pair consists of two seporate yet dependent programatic elements.  
these elementsare used to create a synergy which creates a flow of people from one 
unit to the other.  the constant occupation of the space between creates the third
element, which is a dependent of the initial two.  the creation of a pair verses a 
singular unit gives the oppertunity for the structure to take a more horizontal 
stance verses a vertical, which allows for a free flowing dense condition.
to c  a larger more urban form of growth this
system of pairing not only happens in singular 
locations, but sprawls out over the pike creating
co centrated nodes of programatic density.  the 
pairs find themselves situated in areas which are
normally vacent of human activity.  the sites are 
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well as driving distances.  the pairs not only 
function within their surroundings, but begin to 
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the insertion of the biometric pair creates a flow 
of people and industry from one unit to the other,
as well as drawing in people from the surrounding 
area.  the draw creates an oppertunity to create 
program c which acts as a future realistate 
investment for the future completetion of the unit 
as a whole.  the pair acts not only as a realistate 
catalyst for the platform itself but also for the 
surrounding area and pike as well.
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Five Pairs on the Pike:  To create a larger more urban form of growth, 
this system of pairing not only happens in singular locations but ex-
tends out over the pike created concentrated nodes of programmatic 
density.  The pairs find themselves situated in areas which are nor-
mally vacant of human activity.  The sites are spread apart based of 
surrounding programs as well as driving  distances.  The pairs not 
only function within their surroundings, but begin to draw in the sur-
rounding context as well.
re-programing
1) insertion      (initial insertion of the biometric pair into existing infrastructure)
2) densifaction (pair creates density within itself as well as in its surrounding context
       densifacation creates a minimazation on the dependence on the auto)
3) re-program   (as pair becomes denser the parking and circulation begin to be reprogramed
       allowing recreation and civic functions to infultrate into the structure)
4) split            (after a mass of density has been accumulated and the parking has become 
      desolved, the next set of biometric pairs are implemented on another site)
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yet seporate elements.  situated within the 
corridor remains the element of existing fixed
infrastructure.  this element is to remains because
of its low ability of mobility and its high cost of 
redefinition.  this element consists of the heavy/
light rail, and some roadway infrastructure.  the
next two layers consist of the platform and 
vehicular infrastructure.  these two elements 
remain seporated even if occupying the same space
because of vehicular noise, vibration, and pollution.
the platform structure is constructed lightly,
while the roadway sturcture remains massive.  the
final component is the platform, which stratles all
of the above while housing all of the programatic
functions.
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_ROADWAY/ARCHITECTURE LINKAGE
 The projects siting above vehicular roadways cre-
ates the ability for the architecture to feed off of the vehic-
ular traffic which passes below.  But how does a building 
go about accessing this vehicular traffic without having to 
create a massive civil engineering project by altering the 
existing roadway infrastructure?  Is it possible for the archi-
tecture to act as a mediator between the roadway and the 
building above?  If so, is it also possible for the roadway 
infrastructure which enters the building, to be flexible over 
time so as the areas dependency on the automobile varies 
the building could vary as well.
Existing Typologies:  Typical ramping typologies  
Looping:  The looping diagrams show that the basic round-
about requires a large amount of space in order to func-
tion efficiency.  Considering the location of the insertion 
it would not be feasible to implement this system unless it 
functions vertically as well.  The following studies will look 
at the feasibility of deforming and stretching the round-
about in the vertical dimension.  To function properly the 
pathway must lift off the ground and cross over the other 
adjacent lanes while attaching into the new structure.
 
Linear weaving:  Linear weaving creates a condition with highly dense 
infrastructure contained in a local setting.  The infrastructure can be 
limited to a single lane allow for vertical circulation throughout the 
rest of the structure.  It can break out of the single lane typology al-
lowing for expansion into adjacent lanes creating multiple means of 
entering, exiting, and moving through the structure.  Finally linear 
weaving allows for both vertical and horizontal weaving.  As the 
weaving spreads vertically it opens opportunities for its surrounding 
lanes to connect and move around in vertical space.  This allows for 
the creation of a vertical network, connecting both directions of traffic 
with the building above.
58 59
_REPROGRAMMING THE PAIR
 Similar to the urban plan, the architectural plan 
goes through a series of phases as well.  The phases fol-
low the stages of densifacation of the project, and  effect 
both the pair and platform in different ways.
1) Insertion:  Initial insertion of the biometric pair into ex-
isting infrastructure.  Pair attempts to create synergy be-
tween themselves and the existing suburbia.  If pair suc-
ceeds platform inserted, if pair fails to generate desired 
density the pair functions as independent insertions with-
out the platform.
INSERTION
DENSIFY
REPROGRAM
divide
living cells
theater
stacked living cells small apartment large apartment vehicular tansit
swimming pool
multi-lane vehicular transitlight rail transit parking / transit
athletic space retail / infrastructure mix
2) Densifaction:  Pair creates density within itself as well as in its 
surrounding context.  Densifacation creates a minimization on the 
dependence on the auto.  Land value between and around the Pair 
raises.
3) Re-program:  As the pair becomes denser and real estate becomes 
more valuable the parking and circulation begin to be reprogrammed 
allowing recreation, civic, and other programs to infiltrate into the 
existing building structure.
4) Split:  After a mass of density has been accumulated and the park-
ing has become dissolved, the next set of biometric pairs are imple-
mented on another site.  Process repeats itself until a saturation level 
is hit, or when the insertion no longer becomes feasible in a given 
area.
 Reprogramming the pair allows for a greater amount of flex-
ibility within the building.  The ability for different areas to switch 
between infrastructural and architectural space allows for easy pro-
grammatic shifts as the building becomes less dependent of indepen-
dent vehicular access and more dependent on public transit.  As the 
urban plan develops over time, the architecture can only be success-
ful if it is able to easily change as well.  
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_BIOMETRIC PAIR DRAWINGS
 The platform and biometric pairs are considered to 
be prototypical buildings with a high level of programmatic 
possibilities.  The following drawings represent a potential 
scheme which is appropriate for its surrounding context.
Building axon:  The axon shows the over all building within 
its surrounding urban context.
Pair Plan 01:  Ground level plan contains main suburban 
entry into the facility, egress, and small retail.
Pair Plan 02:  The platform level plan contains offices, 
large meeting spaces, auditoriums, parking, as well as 
retail space.  This remains as the only interface level be-
tween the platform and the pair structures.
Pair Plan 03:  Typical full office level.  This level contains 
large uninterrupted spaces for office and meeting space.
Pair Plan 04:  Typical split level.  This level contains office, 
meeting, and large parking areas.
Pair Seciton A_A:  This section reveals the inter workings of 
the pedestrian interface with the building.  It cuts through 
the buildings footing which is its one interface with the 
ground.
Pair / Platform section B_B:  This section reveals the entire 
workings of the building system.  It cuts through the pair 
revealing its parking double helix and how it will be repro-
grammed over time.  It also reveals the platform and the 
different potential programmatic elements which will be 
housed within.
Pair Section C_C:  Reveals the relationship between the parking blocks 
and the office space it weaves around.
Pair Section D_D:  This short section shows the inner workings be-
tween the different floor levels.  Also depicts the building interface 
with the road and rail infrastructures. 
Platform Plan 01:  Ground level.  This level consists of grand entry 
stair, elevator cores, and retail.  Diagrams the building interface with 
the ground and existing infrastructure.
Platform Plan 02:  Service level:  Contains all building storage, load-
ing, and office space.  
Platform Plan 03:  Commercial level.  Contains the major big box 
commercial, urban bridges, and is the only level which connects to 
the pair buildings.
Platform Plan 04:  Upper level.  The upper level is highly flexible.  It 
can be a full level or parceled up into smaller spaces.  Contains small 
retail, civic, and public park spaces.
Platform Section A_A:  This section shows the relationship between 
the different levels, as well as the structural systems of the building.  It 
is also cut through one of the cantilevering areas of the building.
Platform Section C_C:  This section is cut through one of the bridging 
sections of the building.  It reveals how the building connects one 
side of the vehicular infrastructure to the other.  It also show the re-
lationship between the building and the vehicular / rail infrastructure 
below.
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_BIOMETRIC PAIR COMPONENTS
 The pair buildings can easily be broken down into different 
elements.  The Pair consists of five different elements which all come 
together to form the whole.  These elements are as follows:
Structural Skin:  The exterior facade of the building is a thickened 
glass and steel skin system.  Latching directly to the floor levels the 
skin supports the vehicular infrastructure as well as the open floor 
slabs.  The skin encloses the structure, mechanical, and vertical egress 
systems.  
Vertical egress:  The vertical egress system includes all major staircas-
es and elevators.  Its cores connect all levels of the building but also 
span over the roadway connecting the building with the surrounding 
suburbia.
Open floor plates / Lateral bracing:  Within the building there are 
two types of inhabitable spaces. These levels are inserted between 
the larger parking volumes and create large open spaces which al-
low for flexible programs.  Centralized within the floor plates is the 
main vertical services area which also houses the rest rooms for the 
floor.  These central spaces also tie together with their above and 
below layers to create vierendeel truss to give the building its lateral 
bracing.
Parking blocks:  The parking blocks reside at the end of the vehicu-
lar loops to form large parking blocks.  These blocks are of varying 
shapes and sizes allowing for future inhabitation of different pro-
grams.
Vehicular loop:  This element consists of a double helix of ramp infra-
structure.  The ramps connect to the roadway below and allow for the 
free flow of vehicular traffic into the building.
Right _ Diagrams:  Exploded perspective.  Building elements (Biometric Pair).PAIR SECTION _ DD
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Above _ Diagrams:  These diagrams look at possible bridging structures, and means of their deformation.  Because of the size and scope of the project, bridge 
structures seem to be a feasible solution to the large spans.
_BRIDGING THE PIKE
 Feasibility of a large scale air rights project such 
as this, are highly dependent on the cost of the spanning 
structure.  Typically these projects are constructed in two 
parts:  The structural decking, and the individual buildings 
which sit atop of them.  
 Decking structures are typically highly costly be-
cause of their low structural efficiencies.  These inefficien-
cies are caused by the fact that they are built parallel to 
the roadway surface.  Large decking structures also re-
quire massive amounts of footings to bring the forces down 
to the ground.  
 Independent buildings being constructed on top 
of the deck is the second factor for high costs.  Because 
the structure and buildings are not integrated, there’s a 
chance that there will be two separate structural systems 
in place, multiple developers on the project, large time 
lapses, as well as disjunctions between how the decking 
and buildings above fit together.
 This project looks at air rights construction in a dif-
ferent way.  Rather then creating a system of flat decking 
Left _ Diagram:  Platform construction typologies.
Above _ Diagram:  Perspective.  Structural truss (Platform).
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this project proposes the integration of the decking as well as the 
buildings above.  With the structure and building system acting as 
one element, the structure contains less variables.  This also allows 
for the design of a much deeper truss system, one which could be as 
tall as the building is high.  This allows for much larger spans, which 
in turn uses less materials and costs less money.  Other advantages 
are that because of the longer spans and higher flexibility of a truss 
structure, the structural feet can be fewer and placed more gracefully 
within the existing context.
Potential platform typologies:  Although this thesis focused on one 
typology of platform structure, there are two other methods for con-
struction based on site conditions and other circumstances.  The first 
method is what was studied, the continuous insertion.  Rather then 
a continuous insertion the second method focuses on the feet and 
pedestrian bridges.  This method builds multiple feet at a time and 
allows for a slower completion over time.  The third method calls for 
the initial creation and parceling of the large platform, followed later 
by development by other developers.
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_Structural feet locations
 Depending on the sites location, the buildings inter-
action with its surrounding context could be quite different. 
Depending of existing building typologies, the platform 
would hold different programs.  Site density also creates 
different foot spacing patterns and distances.
 In the case of the selected site, the feet act as grand 
entries for the commercial space, smaller retail spaces or 
storage, and part of the pedestrian bridging structure. 
Acting as the main entry points of the structure, the feet 
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should be located in such a way that they are easily accessible by 
the people in the surrounding communities.  Also acting as mediators 
between the new building and its surrounding context, the feet have 
the ability to encourage or discourage community interaction.  The 
feet locations are derived from a combination of structural spanning 
distances as well as their location within the surrounding context.  
 As the feet land within their surrounding context, they fuel 
the creation of smaller more personable spaces for the surrounding 
community.  These locations could act as smaller community parks or 
places for smaller building development.  
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_PLATFORM COMPONENTS
 Although the platform is a rather large structure it 
can be broken down into four simple components:
Structural Feet:  The structural feet act as the main entranc-
es to the platform.  They are composed of the main access 
elevators, a grand stair, retail (resides under the stair), 
and the legs which hold the building up.  Being the only 
element of the building which interface the ground, the 
feet also act as the building mediating point between itself 
and its surroundings.
Platform Structure:  Because of the cost of spanning such 
an expanse the structure was designed to act as a bridge. 
The framework of the building is a large steel truss.  In or-
der to maximise the cantilevers of the truss system, the legs 
are staggered so that the truss could be constructed with 
the largest spans with the fewest number of touchdown 
points.
Pedestrian Bridges:  A major element for the project is the 
movement of people from one side of the roadway to the 
other.  Linkages from one leg to another create public cor-
ridors which act as pedestrian bridges.  The space in be-
tween the bridges becomes infill, utilizing the length of the 
bridges to create large areas of storefront for the big box 
programs which will later be inserted.
Exterior Skin:  The skin of the building consists of two com-
ponents, the inner and the outer.  The inner skin encloses 
the big box stores within, purely acting as a solid way of 
enclosing program.  The outer skin is highly perforated 
and open air.  This allows for the creation of new indoor/
outdoor spaces for community and civic programs.PAIR SECTION _ CC
PAIR SECTION _ AA
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_CONCLUSION
 The production of this thesis has led to the expan-
sion of the projects dialog between the realms of archi-
tecture and urbanism.  The project scope expanded from 
the densifacation of American suburbia, to the redefinition 
of the architectural typology itself.  Reinterpreting exist-
ing definitions of  both architecture and urban design had 
become a major topic of discussion as well.   Their new 
and existing roles within the surrounding context has also 
created much controversy throughout the process of this 
thesis.  But in the end the question which this thesis begs to 
asks is; can these realms of architecture and urbanism be-
gin to blur?  Blur in such a way that architecture can itself 
function as a cohesive piece of the urban context?  And 
can this blurring distort the typical density of American 
suburbia?   The pursuing of this question  has also created 
many new paths of divergences, which will eventually lead 
to the further exploration and further typology develop-
ment in the near future.  
 
 Initially questions pertaining to the project scale 
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biometric pair - section a_a
re-programed parking-recreation
biometric pair - section a_a
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were questioned.  Can architecture cross over and become Urban de-
sign?  If this line is breached can it still be considered a single element 
of architecture or will the shear scale of the project now deem that it 
now has become a large scale development project?  The question 
of when architecture becomes urbanism was challenged with the con-
ceptualizing of this thesis.  In the end the project was divided into two 
parts:  The first being architectural which encompassed the two pair 
buildings. Second was the Urban design aspect which encompassed 
the platform building as well as the site as a whole.  Looking at the 
two elements individually, how could this thesis begin to redefine the 
definitions of architecture and urbanism.  
Architectural:  The architectural elements have been redefined as 
more introverted interventions, focused more on themselves and their 
functions rather then their surroundings.  While the urban elements 
give back to their surrounds as they progress over time, the archi-
tectural elements only take as they try to create the most efficiently 
running machine.    Although the platform elements find their devel-
opment initially dependent on the pair and the surrounding suburban 
area, the pair could function without the other elements.  Doing this 
by leaching off of the vehicular infrastructure.  The architectural ele-
ments utilize the future urban aspects as a means of their further de-
velopment while reprogramming over time.
  The architectural elements function as the projects 
monumental aspects, marking the two ends of the overall system. 
Standing taller and creating a greater f.a.r. these two buildings ini-
tially fuel the economic stimulation of the surrounding area.
Urban Design:  The platform acts more as a piece of the urban land-
scape rather then an architectural monolith.  Creating new spaces 
for the surrounding community rather then taking away.  The plat-
form elements connect the two sides of the roadway by folding the 
landscape up and over the building, but in such a way that a density 
of programs can still exists within.  The platform functions as a media-
tor rather then a separation within the community.
 The redefinition of the architectural and urban design ele-
ments created a beginning to the urban dialog.  But in the end a 
greater amount of development could be spent on the redefinition 
of the different typologies of possible platform development.  As 
designed in this project the platform stands as a single architectural 
gesture.  But is this the correct answer for all situations and site loca-
tions?  Phasing, redundant elements, platform orientation, and the re-
lationship between the spanning structures and individual insertions 
above the roadway should be investigated.  In the end, a series of 
other potential directions for platform development were developed, 
but not further tested.  They are as follows:  The continu-
ous platform, independent bridge development, structural 
platform development, and incremental development over 
time.  These new typologies are different ways of looking 
at the construction methodologies which could be more 
suited to different areas and different surrounding condi-
tions.
 In the end this thesis has proposed many questions 
and answered may as well.  Its success or failure lies not 
with in the architectural assertions themselves but within 
the set of rules which were created to foster the densifaca-
tion of American suburbia.  The thesis leaves us with the 
question:  
 Can architecture itself be a great enough influence 
to redefine the pattern of American suburbia?
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